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DEVELOPMENT OF THE 
HORSE TRAMWAYS OF BRISBANE 
[By GARRY R. FORD] 


(Read to a meeting of the Society on 25 July 1974) 


Brisbane was first settled in autumn 1825.' The settlement 
was moved to this site following the abandonment of the 
penal settlement at Humpy Bong, early in 1825. For almost 
twenty years from its foundation the town had few free 
settlers. In 1839 the colony was officially opened to free 
settlers and the first land in the colony was sold in 1842.7 
By 1851 the population had grown to 8,575 and the resi- 
dents began agitation for the proclamation of a munici- 
pality.2 This was achieved in September 1859, and three 
months later the Municipality of Brisbane became capital 
of the newly proclaimed Colony of Queensland.4 The popu- 
lation of Brisbane and the surrounding areas was then 
34,367. 

The new Colony, although it began life poorly, prospered 
following Nash’s discovery of gold at Gympie in 1867. This 
was reflected in the growth of the capital, and late in 1871 
the first omnibus commenced running in Brisbane. The 
success of this early venture encouraged others, and soon 
there were several routes in operation. 


The early routes served the inner city areas of Spring Hill, 
Gregory Terrace, Fortitude Valley and Newstead. Early pro- 
prietors were the Chalk Brothers, Messrs. Jenkins, Cavanagh 
and Singh as well as the famous Cobb and Co., whose routes 
served the more distant areas from Brisbane such as Sand- 
gate and Cleveland. 

Even before the first train arrived at the Roma Street 
terminal of the Southern and Western Railway at 6.30 a.m. 
on 12 June 1875 many proposals had been made for the 
construction of a railway or tramway into the heart of the 
city. Lines were proposed for practically all city streets at 
some time or other—even Creek Street, from Ann Street 
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to the wharves. All these proposals resulted in the passing 
of the Ann Street Tramway Act of 18807 under which the 
Queensland Government was empowered to construct a 
steam-operated 3ft. 6in. gauge tramway from the Roma 
Street Station, along Roma and Ann Streets to Petrie’s Bight. 
The equipment, three motors and six trailers, was ordered 
and it arrived in Brisbane on 2 June 1883. However, it was 
never to operate on the tramway. 


COMPANY REGISTERED 


On 1 September 1882 the Metropolitan Land and Invest- 
ment Company was registered.* Its prime aim was to sell 
land at a profit.? The directors were—Messrs. Charles Hardie 
Buzacott, Robert Wilson, Edward Taylor, Moses Ward, 
Edgar Walker, Joshua Young, and William Webster. Run- 
ning tramways to promote land sales soon became a major 
aim of this company.!® In July 1882 the Hon. C. H. Buza- 
cott, Postmaster-General in Thomas (later Sir Thomas) 
Mcllwraith’s first Government, drafted a Bill to control the 
introduction and operation of horse tramways in Brisbane. 
The bill was seconded by Mcllwraith.'' The Tramway Act 
of 1882 was proclaimed on 3 October. Almost immedi- 
ately the M.L.I.C. began planning the introduction of tram- 
ways to Brisbane. Initially, disagreement over whether the 
company should build the system or whether the City 
Council should construct it and lease it to the company, 
delayed the finalisation of plans. Eventually it was agreed 
that the company would build the lines, but to their dismay 
it was found that the Memorandum of Association of the 
company did not permit the carrying on of such business. 
This problem was overcome by the company’s voluntarily 
going into liquidation on 14 November 1883 and the incor- | 
poration of a new company, the Metropolitan Tramway and 
Investment Company, on 29 November. At this stage Mc- 
Ilwraith did not accept office in the new company but he 
continued to aid it indirectly. A few days before the defeat 
of his Government by Samuel Griffith it was decided that 
the Ann Street Tramway would not be built. The only change 
in the board of directors was that John Sinclair replaced 
Robert Wilson. As originally constituted the new company 
had a capital of £50,000 in 10,000 £5 shares.” 

The M.T.I.C. wasted no time in establishing a tramway. 
The specifications were publicised on 9 January 1884 and 
the necessary Order-in-Council was applied for on: the 
previous day. The detailed plan was as follows:—" 
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PROPOSED BRISBANE TRAMWAYS 


Necessity for 
Tramways 


Proposed route 
and system. 


General Specification 

Some improvement in the facilities, celerity, 
and comforts of travelling in and about this 
city is a want which has long been felt and 
talked of. It is now generally agreed that this 
accommodation has become an absolute neces- 
sity, and that the time has arrived when an 
efficient system of street tramways should be 
introduced, affording easter and more com- 
fortable travelling, a quicker and more regular 
service with lower fares. From careful observa- 
tion and inquiry it is estimated that at present 
over two million people are annually conveyed 


-by omnibuses and cabs to and from Queen 


Street via Stanley Street and the Valley alone. 
This means that not less than £25,000 is an- 
nually paid in omnibus and cab fares on these 
routes. 

These statements, it is submitted, not only 
conclusively point to the necessity for tram- 
ways, but also show that they should prove 
highly remunerative. 

Judging from experiences elsewhere, it is 
believed that tramways here would considerably 
enhance the value of property both in the city 
and the suburban districts tapped by them; 
they would also exercise a marked beneficial 
effect on the sanitary condition of the city. 

Following is a description of the tramway 
scheme which the Metropolitan Tramway and 
Investment Company (Limited), a local com- 
pany, comprising many of the leading citizens 
of Brisbane, propose to carry out; and for the 
construction of which application for an 
Order-in-Council is made. 


MAIN LINE (Double Track) 


It is proposed to lay down a double line of 
tramway from the Woolloongabba Hotel, Op- 
posite the South Brisbane Railway Terminus, 
along Stanley Street, over the Victoria Bridge 
(single line only), through Queen Street, 
Petrie’s Bight, and Wickham Street to its inter- 


Sidings, &c. 
Service. 
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section with Brunswick Street. Total length, 2 _ 
miles, 75 chains, 50 links. 


BRANCH LINES 

No. 1—Exhibition Branch (Single Track) 

Leaves the main line at the intersection of 
Brunswick and Wickham Streets, traverses 
Brunswick Street as far as to Gregory Terrace, 
into which it is carried, terminating opposite 
the entrance to the Exhibition. Length, 43 
chains. 


No. 2—Breakfast Creek Branch (Single 
Track ) 


Leaves the main line at the intersection of 
Brunswick and Wickham Streets, traverses 
Wickham Street and the Breakfast Creek Road, 
and terminates at the Brisbane end of the 
Breakfast Creek Bridge. Length, 1 mile 26 
chains 50 links. 


No. 3—Ann Street Branch (Single Track) 


Leaves the main line at the intersection of 
Brunswick and Wickham Streets, is carried up 
Brunswick Street and round into Ann Street, 
which it traverses, ultimately uniting with the 
Breakfast Creek branch at the junction of 
Wickham Street and Breakfast Creek Road— 
Montpellier, Length, 66 chains. 


No. 4—New Farm Branch (Single Line) 

Leaves the Ann Street branch at the inter- 
section of Ann and_ Brunswick Streets, 
and traverses Brunswick Street as far as to 
about two and a half chains beyond Browne 
Street. Length, 58 chains. 


The following sidings, cross-over roads, etc., 
will be necessary:— 
To Main Line 

Cross-over roads at the Woolloongabba Ter- 
minus and at the intersection of Wick- 
ham and Brunswick Streets, Valley. 

A four-chain siding and through loop on the 
north side of the road approach to Immi- 
gration Depot. 
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To Branch No. 1 (Exhibition) 


A three-chain through siding for passing 
at 15 chains, near Leichhardt Street. 

A four-chain through siding for lay-bye and 
passing at the termination of this branch 
in Gregory Terrace. 


To Branch No. 2 (Breakfast Creek) 


A two-chain through siding for passing at 2 
miles 24 chains (through chainage), be- 
tween Church and Brookes Streets. 

A two-chain through siding for passing at 3 
miles 70 chains (through chainage) about 
opposite Evelyn Street. 

A one-chain blind siding for lay-bye at the 
Breakfast Creek Bridge terminus. 


To Branch No. 3 (Ann Street) 
A two-chain through siding for passing at 
about 56 chains, opposite Church Street. 


To Branch No. 4 (New Farm) 

A two chain through siding for passing at 
24 chains, between Arthur and Harcourt 
Streets. | 

A one-chain blind siding for lay-bye at the 
New Farm Terminus. 

Roads to car-sheds and stables will also be 

required. 

A regular and efficient service is un- 
doubtedly the secret of success of tramways; 
it has been laid down as an axiom that through 
populous centres the cars should always be in 
sight of one another. This scheme has been ar- 
tanged with a view to affording the following 
service at starting:— 

Between Woolloongabba and Brunswick 
Street, 'Valley—Cars every six minutes 
each way during the day; the intervals to 
be reduced about the hours of 9 a.m., 1 
p.m., and 5 p.m. 

Between Victoria Bridge, the Exhibition and 
New Farm, via Queen and Wickham 
Streets—cars every ten minutes each way; 
the intervals to be proportionately de- 
creased as above, 


Permanent way 
and paving. 
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Between Victoria Bridge and Montpellier, 
via Ann and Wickham Streets—cars 
every twelve minutes each way. 

Between Victoria Bridge and Breakfast 
Creek—cars every twenty minutes each 
way. 

The cars will run from 7 a.m. (or earlier) 
to 10 p.m. (or later) on each week day; but 
the full service will be in operation during the 
business portion of the day only. 

On Sundays, one-third of the cars will run 
only. 

It should be added that the above service is 
capable of greater development with the pro- 
posed system. The main line being double, cars 
could be despatched at very short intervals, 
and on the branches the sidings are so ar- 
ranged as to allow cars to pass at less than the 
above intervals of time. Thus the Exhibition 
branch is quite capable of a five minutes’ ser- 
vice each way, and the carrying capacity can 
be further increased by running the cars in 
trains. | 

The popularity, comfort, and paying capa- 
bilities of a tramway largely depend on the 
class of permanent way selected. This matter 
has, therefore, received the utmost considera- 
tion, and after a thorough examination and 
analysis of the principal systems of modern 
tramway construction, it has been decided to 
adopt the “continuous girder” rail system, 
which is somewhat similar to that recently laid 
down for the London, Glasgow, Edinburgh, 
and Manchester extensions. 

As every detail is shown on the permanent 
way drawings, it 1s unnecessary to recapitulate. 
It may, however, be stated generally that each 
track of the main line consists of two steel 
“Vignoles” shaped or girder rails 64 in. deep 
by 6 in. base, having a 3 in. table with an 
inch grove, and each weighing about 78 lbs. 
per lineal yard. These rails are carried on 
cement concrete continuous foundations, and 
cross-tied at 3 feet intervals by squared hard- 
wood sleepers, to which they are secured by 
dogspikes. The sleepers are embedded in the 


Paving 


Victoria Bridge. 
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concrete foundation, also packed with fine 
cement concrete, and the rail ends are held 
by fishplates in the usual manner. The branch 
lines are of similar construction, but the steel 
rail is somewhat lighter, weighing about 54 Ibs. 
per lineal yard. This class of permanent way 
is considered to be the simplest and most dur- 
able, and peculiarly suitable for colonial roads 
and streets, whose bottoms are variable and of 
comparative recent formation. This way will 
stand heavy horse or motor traffic. 

It is proposed to pave the spaces between 
the rails, and for a width of 18 inches on the 
outer sides of the outside rails, with a coarse 
tar asphalt consisting of blue stone macadam, 
well tarred, mixed with bitumen, and well 
rolled in to a depth of 63 inches for main line, 
and 43 inches for branches. This class of pav- 
ing has been found to answer its purpose well 
in the southern colonies. At the intersections 
of the principal streets, viz.:— 

Melbourne and Stanley Streets, 

Queen Street and North Quay, 

Queen and George Streets, 

Queen and Albert Streets, 

~ Queen and Edward Streets, 

Queen and Creek Streets, 

Queen and Wharf Streets, 

Wickham and Brunswick Streets, 
it ts intended to substitute for the tarred 
macadam 6 in. blue stone pitched paving, a 
cross section of which is shown on drawing No. 
5. This paving is to be laid on a bed of 4 in. 
of cersent concrete, and flushed in the joints 
with a bituminous grouting. 

It 1s proposed to lay down a single line only 


on this bridge, in the centre, thus leaving ample 


space on each side for the ordinary vehicular 
traffic, which the tramway would tend to 
marshal. 

The method of fixing the permanent way is 
fully shown on detail drawing No. 7. It will be 
seen that the rails are quite flush with the 
decking, being let down between the longi- 
tudinal baulks; they are securely bolted to the 
iron cross girders, and stiffened by means of 
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iron deck beams rivetted under them. It is a 
general idea that carrying the tramway over 
this bridge will injuriously affect its strength: 
the strength of the cross girders has, therefore, 
been calculated, and found ample to carry the 
weight of a motor even in addition to the 
ordinary vehicular traffic. By the system pro- 
posed the bridge cannot possibly be weakened; 
the continuous girder ratls being rigidly fixed 
to the cross girders would, as a matter of fact, 
tend not only to stiffen them and prevent 
vibration, but also materially assist in distribut- 
ing the loading, and thus strengthening the 
bridge platform. 


The only objection to the proposed routes was received 
from Hon. William Pettigrew who said that Queen’s Wharf 
Road was too narrow for a siding and suggested that it be 
placed on the other side of Queen Street in North Quay. 
The Municipal Council agreed with him on this point.’ 


Anticipated yearly working expenses were £21,460, based 
on a yearly patronage of 1,716,800, a flat fare of 3d. being 
charged. This was reputed to be only 80% of the then 
yearly cab patronage.'? The application was followed on 
the 28th by the release of a prospectus advertising the 
company’s intention of increasing its nominal capital to 
£100,000. Apparently they were sure of being granted the 
Construction Order, no doubt because of their influence in 
Government circles, for in the prospectus they said: 

“The M.T.I.C. holds the right to be the sole operator 
of tramways in Brisbane for fourteen years. 

Twenty-five shillings is paid up on all shares of the 
original issue. 

The estimated cost of the new tramways is £43,000. 

The M.Y.I.C. has a £25,000 mortgage from the 

~ Union Bank of Australia. 

The original shares will have further calls amounting 
to twenty-five shillings made upon them—the first to be 
five shillings with subsequent calls of two and sixpence 
at intervals of not less than one month. 

10,000 new shares will be issued at a premium of 
two and sixpence with calls to apply as above. 

The 10,000 new shares will be used to obtain further 
unsecured loans while the premiums will form the 
nucleus of a reserve fund. 
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Present shareholders have priority only if the issue 
is oversubscribed. 
Applications for shares close on 10 June 1884.” 

Mast of this issue was taken up by Victorian interests 
as there was insufficient local capital. 

Mr. Stanley, the Chief Engineer of the Public. Works De- 
partment, which included railways and tramways, inspected 
the proposed plans and his only objection was to the narrow 
clearance of 1 ft. 94 in. between cars on double track.!® 
He wanted a clearance of 2 ft, 33 in. At first the company 
refused to agree to this, but the realisation that narrower 
cars would mean cheaper cars influenced their decision to 
reduce the width of the double deck cars from 7 feet to 6 
feet 6 inches. The Governor-in-Council authorised Construc- 
tion Order 1 on 8 May 1884 with the conditions that (a) 
the North Quay terminal did not interfere with any boat or 
omnibus terminal, (b) the Brisbane Municipal Council 
agreed to accept the plans, and (c) construction was com- 
pleted within two years, as stipulated by the Act.!’ 


CALLING OF TENDERS 


In the meantime the company, confident of the success 
of its application, called tenders for the supply of rails and 
points on 11 February 1884. On 20 May, the tender of 
£10,548 with delivery in four months, by Dick Kerr and 
Company was accepted. Tenders for 16,000 sleepers and 
3,000 linear feet of ties were also called. It is interesting to 
note land was already being advertised by Messrs. Hooker, 
Potts and Cameron and others as “being near to the new 
tramline”, although trams were not to run on the southside 
where this land was situated, for at least twelve months. 
Tenders for the construction of the permanent way were 
called on 5 September and recalled on 27 September. They 
covered the construction of the main line only, and con- 
struction time was stipulated as ten months. On 20 Oc‘ober, 
Mr. R. L. Thompson of Adelaide, won the contract. About 
this time Mr. Bell, an agent for the company, bought 14 
acres of land in Light Street, Fortitude Valley, for the use 
by the M.T.I.C. as a tram depot. The construction of the 
tramway was expected to begin in October but because of 
shipping delays the rails did not arrive until 15 January 
1885, and then only one-third of the required amount was 
received. On 7 January 1885 the M.T.LC. proudly an- 
nounced that construction of the tramway would start in 
Queen Street near the Victoria Bridge and in Wickham 
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Street between Gotha and Brunswick Streets, on 15 January. 

Between 1.00 p.m. and 2.00 p.m. barricades were erected 
in Queen Street at its intersections with George and Albert 
Streets, thus blocking all traffic along that section of Queen 
Street. At 2.15 p.m. the first insertion of a navvy’s pick 
was made by Ald. John McMaster, Mayor of Brisbane, but 
shortly after work was stopped because of the lack of prior 
notice of the closure of Queen Street. Work recommenced 
on the 16th but six feet was left on either side of it to allow 
deliveries to be made to the shops. 

Mr. Buzacott now left on the R.M.S. Quetta for London 
to raise a loan for the company. Mr. Walker took over as 
Chairman and his first duty was to appoint Mr. London 
as Traffic Manager and Secretary. 

On 7 April eighteen cars arrived on the Von Moltke 
from John Stephenson and Company and J. G. Brill and 
Company of the United States of America. The cars were 
described as follows in the Specifications of Proposed Bris- 
bane Tramways: 

“To carry out the service previously indicated, it will be 
necessary to provide twenty-four cars, of which sketches and 
details are given on Drawing No. 8. About six of these 
would be top-seat cars, each seating about forty passengers, 
drawn by a pair of horses, and working on the main line 
only. The remaining eighteen are single horse cars, twelve 
being closed and seating about fifteen passengers each, and 
six Open summer cars, with accommodation for about twenty 
passengers each. These cars are for both main and branch 
lines. The cars—from 6 ft. 6 in. to 7 ft. in width overall— 
will be mounted on flanged wheels adapted to run in the 
rail grooves, furnished with a powerful brake operated from 
each end of the car, and have life guards before the wheels 
to remove obstacles, protect life, and preserve fallen horses 
from injury. The cars will be built with a platform at each 
end, as shown, and fitted with super spring running gear, 
giving comfort to passengers and ease to horses; ventilating 
ceilings and sunshades, ensuring coolness and fresh air; 
lantern roof, with illuminated glass lettering, which will be 
conspicuous at night; lamphouses, obviating smoke, smell 
and danger, with lamps emitting a steady and brilliant light; 
and drop sashes all round, giving free circulation of air and 
more comfort in warm weather. Signal bells will be provided, 
by which seated passengers can communicate with driver or 
conductor, and distinctive coloured signal lamps will be 
fitted for use at night. The seats and backs will be open work 
in fancy woods, and of a most comfortable shape. There will 
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also be ample space in the central avenue for people to pass 
without in any way touching or inconveniencing the sitting 
passengers. These cars will be imported from New York. 
The American cars are in use all over the world, and are 
noted for their elegance of shape, their finish and lightness 
(a most important consideration in this climate), combined 
with strength, durability, and a degree of comfort that is 
met with in the makes of but few manufacturers.” 


NO MUSIC ALLOWED! 


Company By-Law number 1 was proclaimed on 18 June 
1885. It said: 

1. Every passenger shall enter or depart from a car by the 
hindermost or conductor’s platform, and not otherwise. 

2. No passenger shall smoke on the platforms or inside 
any car. | 

3. No passenger or other person shall, while travelling in 
or upon any car, play or perform upon any musical instru- 
ment. 

4. A person in a state of intoxication shall not be allowed 
to enter or mount upon any car, and if any such person shall 
be found in or upon any car, he may be immediately removed 
by or under the direction of the conductor or any officer 
of the company. 

5. No person shall swear or use obscene or offensive 
language whilst in or upon or against any car, or wilfully 
interfere with the comfort of any passenger. 

6. A person whose dress or clothing might, in the opinion 
of the conductor of a car, soil or injure the dress or cloth- 
ing of any passenger, or a person who in the opinion of the 
conductor might for any other reason be offensive to pas- 
sengers, shall not be entitled to enter or remain in the 
interior of any car, and may be prevented from entering, 
and shall not enter the interior of any car after having been 
requested not to do so by the conductor; and if found in the 
interior of any car, shall on the request of the conductor 
forthwith leave the same. 

7. Each passenger shall, on entering any car, or upon 
demand, pay to the conductor or other duly authorised officer 
of the company, or (in the case of one-horse cars) deposit 
In the fare-box attached to the end of such car, in cash, 
or by tickets issued by and purchased from the company, 
the fare legally demandable for the journey. 

8. Each passenger shall show his ticket (if any) when re- 
quired so to do to the conductor or any authorised servant 
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of the company, and shall also, when required so to do, 
either deliver up his ticket or pay the fare legally demand- 
able for the distance travelled over by such passenger. 

9. No passenger or o'her person, not being a servant of 
the company, shall be permitted to travel on the steps or 
platforms of any car, or stand either on the roof or in the 
interior or sit on the outside rail on the roof of any car. 

10. No person except a passenger or intending passenger 
shall enter or mount any car; and no person shall hold on 
or hang on by or to any part of any car or travel therein 
otherwise than on a seat provided for passengers. 

11. When any car contains the full number of passengers 
which it is computed to carry, no additional person shall 
enter, mount, or remain in or on any such car when warned 
by the conductor not to do so. 

12. No person shall enter, mount, or leave, or attempt 
to enter, mount, or leave any car whilst in motion. 

13. No dog or other animal shall be allowed in or on 
any car except by permission of the conductor; and no 
person shall take a dog or other animal into any car after 
having been requested not to do so by the conductor. Any 
dog or other animal taken into or on any car in breach 
of this regulation shall be immediately removed by the 
person in charge of such dog or other animal from the car 
upon request by the conductor; and in default of compliance 
with such request, may be removed by or under the direction 
of the conductor. 

14. No person shall wilfully obstruct or impede any 
officer or servant of the company in the execution of his duty 
upon or in connection with any car or tramway of the 
company. 

15. The expression “conductor”, when used in the By- 
laws, means and includes any officer or servant in the em- 
ployment of the company and having charge of a car. 

A petition, ostensibly from the public of Brisbane, was 
received by the Governor-in-Council. It prayed that a 
uniform fare of 3d. would be charged. The Governor-in- 
Council granted the request in July.'? Tenders for the adver- 
tising space on the cars closed on 30 July. . 


FIRST OFFICIAL RUN 


Construction of the lines from North Quay to the Exhibi- 
tion, Costin Street, and Newstead, Evelyn Street, was com- 
pleted by the end of July but due to minor faults they were 
not available for traffic until Monday, 10 August, when the 
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Double-deck horse tram outside the Treasury Building, Brisbane. All the photographs 
shown in illustration. of this paper were taken about 1890. 
Photo: Oxley Memorial Liorary. 


official Government inspection was held. The Official 
Inspection commenced at Victoria Bridge at 3.30 p.m. when 
the two cars carrying the Official Party, including Hon. W. 
Miles, Minister for Works, left for the Exhibition, and later 
Newstead. ~ 

The cars were derailed several times, but this was because 
the horses were unaccus‘omed to keeping between the tracks. 
A reporter of the day considered the Valley Junction corner 
particularly dangerous, since the cars derailed both coming 
and going. The first trip took 12 minutes to the Exhibition 
and 15 minutes back from Evelyn Street. 

As the City Council was in session on the Monday, they 
were given a trip on the lines at 4.00 p.m. on the Tuesday. 
Following this trip a party of fifty school children were given 
a free ride. Free rides were also run for members of the 
public, and over 1,065 passengers took advantage of this 
offer. Mr. Buzacott’s newspaper, The Queenslander, had this 
to say: 

“The contrast between riding on an omnibus and a 
tramcar is very marked. Passengers are not subjected 
to that shaking and jolting which is inseparable from 
the omnibus. In the tramcar one may hold a cup-full 
of water and not spill a drop.” 
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It did sound a word of warning, however. It reminded 
drivers not to flick their whips too high when driving 
double-deck cars, as on several occasions whips were seen to 
come perilously close to top-deck passengers. 

Brisbane, whose population was then only a mere 
40,000,!9 at last had the much sought-after status of “A 
Tram City”, the third such city in Australia to achieve this 
goal. Adelaide was first and Sydney second. Until the Exhibi- 
tion concluded, a service only operated to Bowen Park on 
a fifteen-minute headway. These cars were two-man oper- 
ated, although after the Exhibition closed the cars were used 
as one-man operated “fare box’’ cars. Passengers deposited 
their fare in a glass box as they left the car. If the driver 
did not see a fare deposited he would pull a lever above his 
head which would close the door in the face of the fare- 
evading passenger. 

From 24 August 1885, a fifteen-minute service was pro- 
vided to Breakfast Creek also. Cars would leave the sub- 
urban terminus from 7.30 a.m. till 9.30 p.m., and North 
Quay from 8.00 a.m. til 10.00 p.m. On Sunday morning, 
services started 24 hours later. 

Meanwhile work had been progressing on the other lines, 
and the New Farm line opened as far as Harcourt Street 
on Monday, 16 November, using a similar time-table. Opera- 
tions were extended to Heal Street on 2 December and 
the track finally reached Browne Street on 2 February 1886. 
The Browne Street extension did not open to traffic until 
March 1886, because of faulty trackwork. The price of 
dozen books of tickets was reduced from 3/- to 2/6 on 
2 December 1885, with the proviso that they were bought 
in advance of travel, at the company’s office 


SOUTHSIDE LINE 


Work on the South Brisbane line commenced on 17 June 
1885 and the manager was quite justified in stating that the 
line would be open for traffic by the end of the year. No 
one, not even the board members who were on the City 
Council, however, was to foresee the obstacles this body 
was to place in the path of the company’s ambitions. Victoria 
Bridge itself was the main hold-up, but the Council’s con- 
stant complaining that too much of the street was being 
opened at a time and that gravel was being stored on the 
wrong side of Stanley Street, etc., resulted in work in 
Stanley Street being only as far as the Dry Dock by 4 
February 1886. Work at last speeded up, and the line 
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reached Logan Road by 15 February. But it still could not 
be opened, since no track had been laid on Victoria Bridge. 

On 13 June 1874, what could be termed the third Vic- 
toria Bridge (the temporary wooden one and the first 
attempts at a permanent one were destroyed by fiood in 
1867) was opened for traffic. The second span from the 
south bank rotated on a central pillar and is believed to have 
been the first such bridge in Australia. Under the Victoria 
Bridge Act this span had to be opened at least once each 
week. By the early 1880s the multitude of telephone wires, 
water and gas pipes made this quite a feat, with the result 
that it rarely opened. 

An opening span also posed problems for the tramway 
company. The matter was solved after 17 March 1885 
when William Beade .and Co. filed an injunction for the 
opening of the bridge in accordance with the Act, so that 
they might ship timber to their mill. After a temporary 
closure the bridge was permanently closed on 20 August. 
The way was now clear for the trams. On 15 January 1886 
the company asked for permission to lay a double track 
in lieu of a single track on the bridge. After a protracted 
debate in Council over whether the company was going 
ahead with plans to lay a permanent line instead of a tem- 
porary line on the surface of the bridge using plates screwed 
to the boards, while waiting for the arrival of the buckle 
plates to permit redecking of the bridge, it was resolved 
that a temporary line let in.o the decking be laid in the 
centre of the bridge. 

Tenders were called on 2 February 1886. Mr. John 
Miisson won the contract. On 13 February construction 
started. At this time it was reported that the cars for the 
Woolloongabba line had arrived and had been assembled. 
The only conditions of importance in the contract were that 
work had to be suspended between 11 p.m. and 6 a.m. on 
Wednesdays and Thursdays to permit the passage of cattle 
to the sale yards (on the site of the present City Hall). 
Work was to continue for 24 hours a day, continuing at 
oo under gas jet lighting. It was to be completed in eigh 
weeks, 7 
_ Although heated debate occurred in the Council over 
time of construction and number of tracks actually being 
laid, work progressed in a fashion until 11 March 1886 
when the contractor complained in the Courier that the 
company was supplying rails of the wrong length and that 
for this reason he was behind with the contract. This letter 
was the detonator to the resulting explosion when Mr. Kirk, 
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Summer car outside Light Strect depot. 
' Photo: Brisbane City Council official collection. 


the Acting City Engineer, reported that many of the holes 
being drilled in the transverse girders were unnecessary and 
only weakening the bridge. The company’s engineers, Brown 
and David, replied that rails were of the right length and only 
required chipping. The contract was cancelled and from 23 
March the company’s engineers took over the job of laying 
the line. 

The track was finished on 30 April 1886, and that day 
the first car crossed the bridge. The Woolloongabba service 
commenced on Saturday, May 1886 with trams operating 
on week days every ten minutes from 7.00 a.m. till 10.30 
p.m. from the "Gabba with additional cars between 8.30 a.m. 
and 9.30 a.m.; at 1.00 p.m. and between 5.00 p.m. and 
6.00 p.m. The first car left Petrie’s Bight (Customs House, 
Circular Quay) at 7.30 a.m. and the last at 11.00 p.m. 
On Sundays the first car was the standard “10 a.m.-er”. 

Residents tried to frighten the horses on the first car by 
placing sheets of paper between the tracks, and rocks in the 
track grooves. Patronage in the first week was 5,000 per day. 

The Petrie’s Bight lay-bye was one of the first works to 
be carried out on the tramways without a Construction 
Order, only City Council approval. These “illegal works” 
were applied for with the next Construction Order follow- 
ing their building. The first duplication of track occurred on 
25 January 1886 when permission was given to install a 
4-chain loop in Wickham Street near Constance Street. 


MELBOURNE INTEREST 


Sir Thomas Mcllwraith was now on the board as repre- 
sentative of the Victorian Committee of Management, which 
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included F. B. Clapp, Harold Clapp, G. S. Duncan, Barry 
and other members of the Melbourne Tramway and Omni- 
bus Company which had started a cable tramway in Mel- 
bourne on Il November 1885. Development of the 
system was not yet to be greatly affected by this move. 
New construction continued and orders were applied for. 

During Easter 1886 one of Brisbane’s longest running 
services was introduced—the Creek Race Specials. The first 
race tram left North Quay on 8 April 1886 at 4.45 a.m. 
A special fare of 1/- was charged. At Breakfast Creek 
patrons transferred to a wagonette for the completion of 
the journey to the Eagle Farm Racecourse for the morning 
gallops. Later in the day other patrons continued on to the 
Powder Magazine where they transferred to a steamer for 
Fort Lytton and a visit to their husbands or fathers taking 
part in the Queensland Volunteer Army’s Annual Camp. 

Contruction Order 2 was granted on 12 August 1886.° 
Works it covered were: 


MAIN LINE 
Victoria Bridge Duplication 
Completed 25 February 1889 


Owing to the great increase in traffic on the lines already 
opened, and the certainty that the traffic on the South Bris- 
bane lines will be much heavier than was originally con- 
templated, it is proposed to lay a second line of rails over 
the Victoria Bridge. It is considered that a double line will 
cause less obstruction than a single one in the centre, as the 
cars will follow the lines of vehicular traffic, and will, in fact, 
assist in marshalling the same. 

The method of fixing the rails will be similar to that 
adopted for the first single line, and is fully shown in detail 
on drawing No. 3. 


BRANCH LINES, with Sidings as Shown on Plans. 
No. 5—Logan Road Branch (Single Line) 
Opened 24 April 1887 
Leaves the Main Line at the Woolloongabba Hotel, tra- 
verses the Logan Road, and terminates at its junction with 
Maynard Street. Length, 52 chains. 


No. 6-—Melbourne Street Branch (Double Line ) 
Opened 24 August 1887 
Leaves the Main Line at the intersection of Melbourne 
and Stanley Streets, traverses Melbourne Street, and ter- 
minates at the intersection of Melbourne and Boundary 
Streets. Length, 40 chains. 
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No. 7—Bulimba Branch (Single Line ) 
Opened in July 1887 


Leaves the Ann Street Branch at its junction with Bulimba 
Road which it traverses, terminating at the Bulimba Ferry. 
Length 47.5 chains. 


No. 8—Hamilton Branch (Single Line) 


Is a continuation of the Breakfast Creek Branch, is carried 
over the Breakfast Creek Bridge, traverses the Eagle Farm 
Road, and terminates at the intersection of the Eagle Farm 
and Racecourse Roads. Length, 1 mile, 25.5 chains. 

There was also provision for additional sidings. 

The only proposal of this Order not to be fulfilled was 
the Hamilton Line. Objections to the narrowness of Eagle 
Farm Road, at the places of today’s retaining walls, and also 
at the Hamilton Hotel itself, by the Toombul Divisional 
Board, and their uncompromising attitude, led to the com- 
pany’s abandoning plans to build this line. Another hitch 
was the discovery by the Board’s engineer that the Break- 
fast Creek Bridge was unsafe and needed immediate replace- 
ment. The most dangerous half, the downstream side, was 
closed on 21 June. 

At the time of application for Construction Order 2, the 
company announced that it intended to electrify the system. 
Finally, batteries were decided upon as the method of getting 
current to the trams. However, the Victorian shareholders 
objected to them on the grounds that cable trams were good 
enough for Melbourne so why shouldn’t Brisbane have them. 
This debate continued for several years, and the only battery 
tram constructed for the system never left Melbourne. 
Eventually even Duncan had to abandon his plan for cable 
trams in Brisbane after a tour of overseas tramway under- 
takings in 1892. However, that is another story in itself. 

On 29 June 1888, Construction Order 3 was applied for 
by the company.”! It was granted on 15 October. It covered 
the following works: 


MAIN LINE 
With the permission of the local authorities, the following 
work has been executed, and is included in the construction 
order now applied for: 


No. 1—Boundary Street Extension . 
Which is a continuation of the Melbourne Street Main 
Line to the north side of Vulture Street. Length, 21.47 


chains. 
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Authority is also sought for: 
No. 2—Breakfast Creek Branch Duplication 


Providing for the duplication of the Breakfast Creek 
Branch from the point marked 0 to the point marked 2] 
on the accompanying plan. Length, 16 chains. 


No. 3—Exhibition Branch Duplication 
This work has been commenced with the permission of the 
local authorities, and consists of the laying of a second line 
from the siding at the junction of Brunswick and Wickham 
Streets to the terminal siding at Gregory Terrace. Length, 
30 chains. 


With the completion of these works the tramway system 
was at its maximum extent of 154 miles of single track on 
8z route miles. The only major delay in construction was 
the Bulimba line. The Ann Street line of Construction Order 
] had not been able to be opened within the stipulated 
two years because points for the junction at Ann and Bruns- 
wick Streets had not arrived. As this line was portion of the 
proposed Bulimba line, it was essential that the line be 
allowed to remain. Petitions were presented to Parliament 
both for and against the retention of this line. The petition 
for retention was successful and an extension of time of 
twelve months was granted on 13 April 1887. The 
line opened, with the Bulimba line, in July 1887. 


Ate Deepa pey 
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Five-window tram outside Light Street depot. 
Photo: Brisbane City Council official collection. 
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An idea of the rapid acceptance of the company can be 
gained from this extract from the report given at the first 
anniversary celebrations of the company on 12 August 1887: 
39 cars and 370 horses are used to provide the following 
Services: 

47 cars a week to and from Breakfast Creek, each journey 
being 53 miles and 15,000 passengers being carried in 
all. 

55 cars a week to and from New Farm to carry 13,000 
people 4 miles. 

30 cars a week to and from the Exhibition to carry 6,000 
people 34 miles. 

66 cars a week to and from the ’Gabba to carry 20,000 
people 6 miles. 

Thus giving a total of 198 cars a week on 194 route miles to 
carry 54,000. 


REGULATION OF TRAMWAYS 


Soon after the tramways opened, wagonettes or sociables 
(horse buses) were used as feeders to the trams. The 
M.T.L.C. gradually bought out most opposition omnibus pro- 
prietors by forcing them out of business. This method led 
to many bitter clashes between the company and these men, 
both in and out of Government bodies. Eventually the omni- 
bus proprietors succeeded in having By-laws enacted to regu- 
Jate tramways. The age of drivers was set at 18 and that of 
conductors at 14, on 12 August 1885. The following By- 
laws were enacted 26 August 1887 by the Brisbane City 
Council: 

“The following extracts from By-law No. 44 for Regulating 
Traffic upon Tramways within the Municipality of Brisbane 
are hereby published for general information by order of his 
Worship the Mayor: 

Smoking on Cars Prohibited 

Clause 11. No driver or conductor of any car shall smoke 
whilst driving or conducting the same, or whilst such car 
is occupied by any passenger, nor shall any passenger smoke 
inside or upon either of the platforms of any car, or take 
into any car any lighted pipe, cigar or cigarette—provided 
these prohibitions shall not apply to the seats on top of the 
cars—and any passenger persisting in committing a breach of 
this part of the By-law, or refusing to give his proper name 
and address may be removed from the car by the driver or 
conductor, or by any police constable, or municipal or traffic 


135 


inspector; and every driver shall place and keep on the inside 
and outside of every car in a conspicuous part thereof a 
printed card with the words “Smoking Prohibited”, or such 
words shall be legibly painted on a conspicuous part of the 
inside and outside of each car. 


Accommodation in Car 


Clause 16. The driver or conductor of every car shall 
allow on an average a sitting space for each adult passenger 
of 15 in. inside the car, and on the top or outside seats not 
less than 14 in. for each adult passenger, and there shall 
be painted on a conspicuous part of the inside of such car 
the number of passengers for whom there 1s accommodation. 


Cars not to carry more passengers than accommodation 
provided. 

Clause 17. No driver or conductor shall carry more pas- 
sengers on his car than the number for whom there shall be 
sitting accommodation according to the space hereinbefore 
provided, and any person who shall force himself within 
or upon any car after the full number of passengers allowed 
by this By-law are in or on the same shall be deemed guilty 
of an offence against the By-law, and may be removed from 
the car by the driver, conductor, or any police constable, 
or municipal or traffic inspector. 


Persons not to stand or sit on platform and stairs. 


Clause 18. No driver or conductor shall permit or suffer 
any person or persons to stand on the platform at either end 
of the car, or to stand or sit upon the stairs leading 
to the seats upon the top of the car, or upon the footboards 
at either side of the car, or to stand up in the space between 
the seats inside the car except for the time necessary to 
enable such persons to reach or leave their seats. Any pas- 
sengers offending against any of the provisions of this and 
the preceding clause shall be liable to a penalty of £5 for 
each offence, and may be removed from the car by the 
driver, conductor, or any police constable, or municipal or 
trafic inspector. 

Penalties 


Clause 21. For any offence against any of the provisions 
of this By-law, the offender shall be liable to the penalty 
expressly imposed therein, or if no other penalty be imposed, 
to a penalty not exceeding £20. 


W. HENRY G. MARSHALL, 
Town Clerk.” 
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On 11 October these further By-laws were added: 
(1) Smoking on all cars but the top deck of top deckers 
prohibited (sic). 
(2) Standing on all cars prohibited. 
(3) Dogs, goods and merchandise are prohibited from being 


carried. 
Pénalty tor Nos..1,./2;. and: 3. 2% 220, 
(4) No overloading—fares are not to be taken if a car is 
overloaded. 


(S) Speed over Victoria Bridge to be no more than 4 m.p.h. 


(6) A tram is not to proceed if there is danger of collision 
with another vehicle on its tracks eae it es right 
of way. 


All these By-laws—except 6—applied to omnibuses as 
well as the trams. 


The company, however, had succeeded in obtaining a 
monoply on public transport over most of North Eastern, 
Central Brisbane and most of the city south of the river. 
Patronage was not up to expectations, however, and by the 
end of 1888 all tram feeders run by the company were dis- 
continued. Omnibus proprietors too realised their mistakes 
and began again operating co-ordinated services with the 
tramway company. The first co-ordinated services in Bris- 
bane started in 1885. 


Although several times the tramways were near to making 
a profit for a year, a profit was made in the 1889/90 year 
only, and one can only assume that land sales staved off 
bankruptcy. Several attempts were made to electrify the sys- 
tem to cut expenses, but the floods of the 1890s and the 
depression thwarted such plans. In the end electrification was 
left to a new company, the Brisbane Tramway Company, 
which bought out the M.T.LC. on 30 September 1895 for 
£105,200. 
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